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3 Affected Environment, Environmental Consequences, and Mitigation 
Measures 

3.2 Transportation  

3.2.1 Introduction   

Section 3.2, Transportation, of this Merced to Fresno Section: Central Valley Wye Final 
Supplemental Environmental Impact Report (EIR)/Environmental Impact Statement (EIS) (Final 
Supplemental EIR/EIS) updates the Merced to Fresno Section California High-Speed Train Final 
Project EIR/EIS (Merced to Fresno Final EIR/EIS) (California High-Speed Rail Authority 
[Authority] and Federal Railroad Administration [FRA] 2012) with new and revised information 
relevant to transportation, analyzes the potential impacts of the Central Valley Wye alternatives 
(and the No Project Alternative), and describes impact avoidance and minimization features 
(IAMF) that would avoid, minimize, or reduce these impacts. Where applicable, mitigation 
measures are proposed to further reduce, compensate for, or offset impacts of the Central Valley 
Wye alternatives. Section 3.2 also defines the transportation resources within the region and 
describes the affected environment in the resource study area (RSA). 

The analysis herein is consistent with the analysis conducted in the Merced to Fresno Final 
EIR/EIS. Both analyses examine similar RSAs for direct and indirect impacts on transportation. 
Because the Central Valley Wye alternatives do not include stations, no analysis of impacts on 
transportation from operations of stations was conducted. Where information has changed or new 
information has become available since the Merced to Fresno Final EIR/EIS was prepared in 
2012, the analysis for the Central Valley Wye alternatives uses the updated versions of these 
sources or datasets. Relevant portions of the Merced to Fresno Final EIR/EIS that remain 
unchanged are summarized and referenced in this section and are not repeated in their entirety.  

The Merced to Fresno Section: Central Valley Wye Transportation Technical Report 
(Transportation Technical Report) (Authority and FRA 2016) provides additional technical details 
on transportation.1 This technical report is available via the Authorityôs website: 
https://www.hsr.ca.gov/programs/environmental/eis_eir/draft_supplemental_merced_fresno.aspx 

Additional details on transportation are provided in the following appendices in Volume II of this 
Final Supplemental EIR/EIS:  

¶ Appendix 2-C, Applicable Design Standards, provides the list of relevant design standards for 
the Central Valley Wye alternatives 

¶ Appendix 3.2-A, High-Speed Rail Grade Separations and Road Closures for Central Valley 
Wye Alternatives 

Transportation facilities, including major roadways, pedestrian and bicycle access, airports, 
emergency and property access, transit, and freight rail conditions near the Central Valley Wye 
alternatives and surrounding San Joaquin Valley are important factors because the Central Valley 
Wye alternatives would cross roads, railroads, and other transport facilities using overheads or 
underpasses with at-grade, below-grade, and above-grade (elevated) segments. Four other 
resource sections in this Final Supplemental EIR/EIS provide additional information related to 
transportation: 

 

1 The Transportation Technical Report was finalized in 2016; however, the content of the Draft Supplemental EIR/EIS 

continued to evolve to incorporate the most current data and other sources of information relevant to the environmental 
analyses, some of which were not available at the time that the technical report was prepared. As a result, some of the 
information presented in the Draft Supplemental EIR/EIS was more current than the information presented in the technical 
report. To provide clarity on any information and data differences between the Draft Supplemental EIR/EIS and the 
technical report and the location of the most current information, a Central Valley Wye Technical Report Memorandum of 
Updates had been produced and included in Appendix 3.1-D, Central Valley Wye Technical Report Memorandum of 
Updates. Further changes between Draft and Final Supplemental EIR/EIS are not recorded in that memorandum.  

https://www.hsr.ca.gov/programs/environmental/eis_eir/draft_supplemental_merced_fresno.aspx?
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¶ Section 3.11, Safety and SecurityðImpacts of constructing the Central Valley Wye 
alternatives associated with traffic safety, airport safety zones, and increases in emergency 
response times 

¶ Section 3.13, Land Use and DevelopmentðImpacts of constructing the Central Valley Wye 
alternatives associated with traffic and circulation 

¶ Section 3.18, Regional GrowthðGrowth-inducing impacts of constructing the Central Valley 
Wye alternatives associated with transportation 

¶ Section 3.19, Cumulative ImpactsðCumulative impacts of constructing the Central Valley 
Wye alternatives associated with transportation. 

Since publication of the Draft Supplemental EIR/EIS, in addition to the global changes described 
in Section S.1.2, Global Changes in the Final Supplemental EIR/EIS, of the Summary, the 
following substantive changes have been made in Section 3.2:  

¶ Impact conclusions concerning traffic flow which had been previously based on a ñlevel of 
serviceò (LOS) analysis were updated to add conclusions based on the projectôs potential to 
affect vehicle miles traveled (VMT). This text was added to reflect the requirements of Senate 
Bill (SB) 743, whose requirements were incorporated into December 2018 updates to the 
California Environmental Quality Act (CEQA) Guidelines. 

¶ Additional information about the Freeway Agreement between the California Department of 
Transportation (Caltrans) and Madera County regarding the ultimate disposition of State 
Route (SR) 152. 

¶ Clarifications regarding considerations of impacts on school bus routes.  

Definition of Resources 

The following are definitions for the transportation resources analyzed in this Final Supplemental 
EIR/EIS. These definitions are the same as those used in the Merced to Fresno Final EIR/EIS 
(Authority and FRA 2012). 

¶ Major RoadwaysðMajor roadways and corridor traffic volumes refer to the network of roads, 
roadway intersections, and corridor traffic in the transportation RSA. 

ï All roadways are classified according to their primary functions: 

Á FreewayðA major roadway with controlled access, devoted exclusively to traffic 
movement, mainly of a through or regional nature. 

Á ExpresswayðA major roadway with a mix of controlled and uncontrolled access, 
linking freeways with arterials and providing access to major destinations. 

Á ArterialðA major roadway mainly taking traffic to and from expressways and 
freeways and providing access to major destinations as well as adjacent properties. 

Á CollectorðA roadway that collects and distributes traffic to and from arterials and 
provides access primarily to and from adjacent properties. 

Á LocalðThe lowest category of roadway, providing access to and from individual 
properties and distributing local traffic to and from the higher roadway classifications, 
particularly collector streets. 

¶ Pedestrian and Bicycle AccessðPedestrian and bicycle access refers to pedestrian 
access routes and bicycle access routes within the transportation RSA.  

¶ AviationðAviation refers to the air transportation network in California. 

¶ Emergency Access and Property AccessðEmergency access and property access refers 
to emergency facilities and properties and their associated road networks in the 
transportation RSA.  
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In addition to those definitions described in the Merced to Fresno Final EIR/EIS, this Final 
Supplemental EIR/EIS includes the following definitions. 

¶ Transit ConditionsðTransit conditions refer to the regional network of passenger rail and 
bus transportation.  

¶ Freight Rail ConditionsðFreight rail conditions refer to the regional network of freight 
railways. 

3.2.2 Laws, Regulations, and Orders  

CEQA and Council on Environmental Quality regulations require a discussion of inconsistencies 
or conflicts between a proposed undertaking and federal, state, regional or local plans and laws. 
This section identifies laws, regulations, plans, policies, and orders that are relevant to the 
analysis of transportation in this Final Supplemental EIR/EIS. Also provided are summaries of 
new or updated laws, regulations, and orders that have occurred since publication of the Merced 
to Fresno Final EIR/EIS. 

3.2.2.1 Federal  

The FRAôs Procedures for Considering Environmental Impacts (64 Federal Register 28545) is the 
same as described in Section 3.2.2, Laws, Regulations, and Orders, of the Merced to Fresno 
Final EIR/EIS (Authority and FRA 2012: page 3.2-1). There are no new, additional, or updated 
federal laws, regulations, or orders. 

3.2.2.2 State  

The following state laws, regulations, orders, and plans are the same as those described in 
Section 3.2.2 of the Merced to Fresno Final EIR/EIS (Authority and FRA 2012: page 3.2-1): 

¶ California Government Code Section 65080 

¶ California Streets and Highways Code Section 1 et seq. 

New, additional, or updated state laws, regulations, and orders follow. 

California Code of Regulations Title 14, Division 6, Chapter 3, Section 15000 et seq. 

On December 28, 2018, the Governorôs Office of Planning and Research published amendments 
to the State CEQA Guidelines (California Code of Regulations Title 14, Division 6, Chapter 3, § 
15000 et seq.), which are collectively referred to as the 2018 Guidelines Amendments. The 2018 
Guidelines Amendments provides that VMT is generally the most appropriate metric to assess 
transportation impacts and that projects that reduce VMT should be presumed to cause a less-
than-significant impact. VMT refers to the amount and distance of automobile travel attributable to 
a project. As acknowledged in the Environmental Clarifications and Errata that accompanied its 
May 2019 publication, the Draft Supplemental EIR/EIS was completed and printed in summer 
2018, prior to the publication of the 2018 Guidelines Amendments. This Final Supplemental 
EIR/EIS has been updated to include the discussion of VMT reduction from the overall high-
speed rail (HSR) project. 

California Government Code Section 14036 

This law requires Caltrans to produce a state rail plan that includes a passenger and freight rail 
component. The 2018 California State Rail Plan was developed to meet this requirement. It 
establishes a statewide vision and objectives, sets priorities, and develops policies and 
implementation strategies to enhance passenger and freight rail service in the public interest. It 
also details a long-range investment program for Californiaôs passenger and freight 
infrastructure.2  

 

2 The 2018 California State Rail Plan: Connecting California (Draft) was released for public comment in October 2017. 

Following the public comment period, the rail plan was revised and finalized in September 2018. For more information on 
the rail plan, please see Section 1.2.4.1, Travel Demand and Capacity Constraints.  
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Freeway Agreement 

In October 1959, the State of California Department of Public Works Division of Highways (now 
Caltrans) entered into an agreement with Madera County regarding the ultimate disposition of SR 
152. This agreement covers from 1,600 feet east of Robertson Boulevard to SR 4 (SR 99 now). 
This agreement, supplemented in August 1969, confirmed future interchanges and grade 
separations along with a plan for widening the road from the Merced/Madera County Line to 
1,600 feet east of Robertson Boulevard. 

The Authority acknowledges that planned improvements associated with the Central Valley Wye 
alternatives differ from the agreement in terms of future interchange locations and planned grade 
separations. See Appendix 3.2-A for changes in access to SR 152 from the 1969 Freeway 
Agreement; locations that have changes in access are noted in Appendix 3.2-A with a À symbol. 
This environmental document provides transportation analysis of these and other project-related 
roadway modifications, and as such, may be referenced in the consideration of future 
modifications to the aforementioned agreement. Following the approval of a Central Valley Wye 
alternative, the Authority will work with Caltrans, Madera County, the City of Chowchilla, and 
other involved parties towards updates of the agreement to reflect changes in access, addition of 
and/or removal of overpasses and/or underpasses and interchange locations associated with the 
Central Valley Wye alternative selected.   

3.2.2.3 Regional and Local  

The Madera County 1995 General Plan Document) is the same as described in Section 3.2.2 of 
the Merced to Fresno Final EIR/EIS (Authority and FRA 2012: page 3.2-2). New, additional, or 
updated regional and local laws, regulations, and orders follow. 

Airport Master Plans 

The Draft Madera Countywide Airport Land Use Compatibility Plan was updated in July 2015 and 
contains the individual Compatibility Plan for the Chowchilla Municipal Airport. As a public-service 
airport owned and operated by the City of Chowchilla, the Chowchilla Municipal Airport is subject 
to an airport master plan and land use compatibility plan prepared by the Madera County Airport 
Land Use Commission, for regulating land use within airport safety zones to minimize airport 
hazards and risk of accidents. See Section 3.2.4.1, Regional Transportation System, of the 
Merced to Fresno Final EIR/EIS (Authority and FRA 2012: page 3.2-10) for more information. 

The Stanislaus County Airport Land Use Compatibility Plan was updated in 2014 and contains 
the individual Compatibility Plan for the Oakdale Municipal Airport. The basic function of the plan 
is to promote compatibility between the airport and the surrounding land uses to the extent that 
the surrounding area has not already been developed in incompatible uses. The plan 
accomplishes this function through establishment of compatibility criteria applicable to new 
development within certain boundaries of the airport. 

Public Transportation Plans 

Public transportation agencies must adopt plans that guide future service and facilities 
development. The Final Short Range Transit Plan 2012ï2017 (Transit Joint Powers Authority for 
Merced County 2012) reviews the public transit services within Merced County, lays out a 10-year 
vision for an enhanced transit network, and proposes a stepwise approach to pursing that vision 
over the next 5 years, under two potential scenarios. 

The Madera County Final 2014 Regional Transportation Plan and Sustainable Communities 
Strategy includes information about public transportation. The countyôs public transportation is 
provided by fixed-route and demand-response transit systems including city providers, county-
related providers, private providers, and passenger rail service. 
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Transportation Plans, Policies, and Programs for Non-Motorized Transportation 

Both regional and local governments must adopt plans for non-motorized transportation to guide 
public investment in capital infrastructure and operational programs. The Merced County 
Regional Bicycle Transportation Plan (MCAG 2008) provides a comprehensive long-range view 
for the development of an extensive regional bikeway network that connects cities and 
unincorporated areas countywide. 

The City of Merced 2013 Bicycle Transportation Plan (City of Merced 2013) is a comprehensive 
planning document that describes Mercedôs existing bikeway system, a vision for its future, and a 
prioritized list of projects to be constructed. The Merced Bicycle Transportation Plan also enables 
the City of Merced to compete for state funds for bike-related improvements.  

The Madera County 2004 Regional Bicycle Transportation Plan (Madera County Transportation 
Commission [MCTC] 2004) addresses the needs of commuting and recreational cyclists 
throughout the county, and suggests needed improvements and additions to the bikeway routes 
and facilities. The plan also serves as a basis for future investment in bicycle and pedestrian 
infrastructure and identifies development priorities, funding sources, and grant opportunities. 

General Plan Policies and Ordinances 

Table 3.2-1 lists regional, county, and local general plans, policies, and objectives relevant to the 
Central Valley Wye alternatives. Refer to Section 3.2.2.3, Regional and Local, of the Merced to 
Fresno Final EIR/EIS for more information.  

Table 3.2-1 Regional and Local Plans and Policies 

Policy Title Summary 

Regional Plans 

2014-2040 Regional 
Transportation 
Plan/Sustainable Communities 
Strategy for Merced County 
(2014)  

The Merced County Association of Governments (MCAG) adopted the regional 
transportation plan on September 25, 2014, and adopted amendment 1 on May 
19, 2016, updating the previous version of the transportation plan that was 
included in Section 3.2.2.3 (page 3.2-2) of the Merced to Fresno Final EIR/EIS. 
The regional transportation plan includes the following goals, policies, and 
objectives:  

Á Provide a good system of roads that are well maintained, safe, and efficient 
and meet the transportation demands of people and freight. 

Á Establishes an LOS standard of ñDò for the entire regional road network.(1) Any 
segment of roadway that is operating at worse than LOS D is considered to be 
a deficiency in the transportation system.  

Á Provide an efficient, effective, coordinated regional transit system that 
increases mobility for urban and rural populations, including transportation-
disadvantaged persons. 

Á A passenger rail system that provides safe and reliable service for passengers. 

Á Establish a High-Speed Rail system connecting Merced and Los Banos to 
Sacramento and the Bay Area. 

Á Support the High-Speed Rail planning process and actively provide comments 
and input. 

Á Provide a transportation system that enables safe movement of goods in and 
through Merced County. 

Á A fully functional and integrated air service and airport system complementary 
to the countywide transportation system. 

Á A regional transportation system for bicyclists and pedestrians. 
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Policy Title Summary 

Final 2014 Regional 
Transportation Plan and 
Sustainable Communities 
Strategy (2014) 

Madera County adopted the regional transportation plan in 2014, updating the 
previous version of the transportation plan that was included in Section 3.2.2.3 
(page 3.2-2) of the Merced to Fresno Final EIR/EIS. The regional transportation 
plan includes the following goals, policies, and objectives: 

Á To promote Intermodal Transportation Systems that are fully accessible, 
encourage quality growth and development, support the regionôs environmental 
resource management strategies, and are responsive to the needs of current 
and future travelers. 

Á To promote and develop transportation systems that stimulate, support, and 
enhance the movement of people and goods to foster economic 
competitiveness of the Madera Region. 

Á To enhance transportation system coordination, efficiency, and intermodal 
connectivity to keep people and goods moving and meet regional 
transportation goals. 

Á To maintain the efficiency, safety, and security of the regionôs transportation 
system. 

Á To improve the quality of the natural and human-built environment through 
regional cooperation of transportation systems planning activities. 

Á To maximize funding to maintain and improve the transportation network. 

Á To identify reliable transportation choices that support a diverse population. 

Á To protect the environment and health of residents by improving air quality and 
encouraging active transportation (non-motorized transportation, such as 
bicycling and walking). 

Á Establishes minimum standards of LOS D for analysis of the countyôs 
transportation system (local streets and roads) and LOS C for state routes 
(Madera County 2014). 

Merced County 

2030 Merced County General 
Plan (2013) 

Merced County adopted the 2030 Merced County General Plan on December 10, 
2013, updating the previous version of the general plan that was included in 
Section 3.2.2.3, (page 3.2-1) of the Merced to Fresno Final EIR/EIS. The general 
plan includes the following transportation and circulation (CIR) and Agriculture 
(AG) goals and policies: 

Á Goal CIR-1: Maintain an efficient roadway system for the movement of people 
and goods that enhances the physical, economic, and social environment while 
being safe, efficient, and cost-effective. 

Á Table CIR-1: Describes the desired roadway characteristics for each roadway 
classification type within the county.  

Á Policy CIR-1.5: Implement a countywide roadway system that achieves the 
following LOS standards during peak traffic periods: (A) For roadways located 
within rural areas ï LOS C or better; (B) For roadways located outside Urban 
Communities that serve as connectors between Urban Communities ï LOS D 
or better; (C) For roadways located within Urban Communities ï LOS D or 
better. 

Á Policy AG-2.16: Coordinate with the California High Speed Rail Authority to 
locate the high-speed rail lines along existing major transportation corridors, 
such as State Routes 99 or 152, to minimize the conversion of productive 
agricultural land to nonagricultural uses. 
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Policy Title Summary 

Á Policy CIR-5.5: Work with other agencies to plan railroad corridors that 
facilitate the preservation of important rail line right-of-way for further rail 
expansion or other appropriate transportation facilities. 

City of Chowchilla 

City of Chowchilla 2040 
General Plan (2011)  

The City of Chowchilla adopted the City of Chowchilla 2040 General Plan on May 
2, 2011, updating the previous version of the draft general plan that was included 
in Section 3.2.2.3 (page 3.2-2) of the Merced to Fresno Final EIR/EIS. The 
general plan includes the following Circulation (CI) objectives and policies: 

Á Objective CI-2: Provide timely and effective means of programming and 
constructing street and highway improvements to maintain an overall LOS 
standard of LOS C, with peak hour LOS D acceptable in some instances. 

Á Identifies the importance of arterial street connectivity and the potential impacts 
on connectivity from the Union Pacific Railroad corridor and the SR 99 corridor. 

Á Identifies the future potential relocation of the Chowchilla Municipal Airport and 
calls for a review of alternative locations over the next 10 years.  

Sources: Merced County, 2013; MCAG, 2014; Madera County, 2014; City of Chowchilla, 2011 
LOS = level of service 
(1) Level of service (LOS) is used to measures the efficiency of traffic operations at a location, whether roadway, highway or intersection. LOS for 
these facilities is defined in detail in Section 3.2.4.3, Methods for NEPA and CEQA Impact Analysis. 

3.2.3 Compatibility  with Plans and Laws  

As indicated in Section 3.1.5.3, Compatibility with Plans and Laws, the California Environmental 
Quality Act (CEQA) and National Environmental Policy Act (NEPA) regulations3 require a 
discussion of inconsistencies or conflicts between a proposed undertaking and federal, state, 
regional, or local plans and laws. As such, this Final Supplemental EIR/EIS describes the 
inconsistency of the Central Valley Wye alternatives with federal, state, regional, and local plans 
and laws to provide planning context.  

Several federal and state laws and implementing regulations, listed in Section 3.2.2.1, Federal, 
and Section 3.2.2.2, State, pertain to transportation. A summary of the federal and state 
requirements considered in this analysis follows: 

¶ FRA guidelines for environmental impact analysis. 

¶ CEQA Guidelines, including Section 15064.3 as amended, on determining the significance of 
transportation impacts.  

¶ State of California requirements for preparation of transportation plans by regional agencies, 
and for design of transportation facilities. 

¶ State of California comprehensive requirements for transportation planning by city and county 
government under the stateôs General Plan Guidelines (Circulation Element).  

¶ Federal and state permit processes that require an applicant to demonstrate compliance with 
these acts, laws, and plans prior to, during, and post construction.  

The Authority, as the NEPA and CEQA lead agency proposing to construct and operate the HSR 
system, is required to comply with all federal and state laws and regulations and to secure all 
applicable federal and state permits prior to initiating construction on the selected alternative. 
Therefore, there would be no inconsistencies between the Central Valley Wye alternatives and 
these federal and state laws and regulations. 

 

3 NEPA regulations refer to the regulations issued by the Council on Environmental Quality located at 40 CFR Part 1500-

1508. 
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The Authority is a state agency and therefore is not required to comply with local land use and 
zoning regulations; however, it has endeavored to design and construct the HSR project so that it 
is compatible with land use and zoning regulations. A total of 7 plans and 36 policies were 
reviewed. The Central Valley Wye alternatives would be consistent with 33 policies and would be 
inconsistent with three policies. The Central Valley Wye alternatives would be inconsistent with 
certain provisions of the following regional and local policies and plans: 

¶ 2014-2040 Regional Transportation Plan/Sustainable Communities Strategy for Merced 
County, Level of Service (LOS) Criteria (MCAG 2014).  

¶ 2030 Merced County General Plan (Merced County 2013)ðPolicy CIR-1.5 aims to 
implement a countywide roadway system that achieves the following LOS standards during 
peak traffic periods: (A) for roadways located within rural areasðLOS C or better; (B) for 
roadways located outside Urban Communities that serve as connectors between Urban 
CommunitiesðLOS D or better; and (C) for roadways located within Urban Communitiesð
LOS D or better.  

¶ City of Chowchilla 2040 General Plan (City of Chowchilla 2011)ðObjective CI-2 aims to 
maintain an overall LOS standard of LOS C, with peak-hour LOS D acceptable in some 
instances.  

In general, policies related to LOS aim to develop and maintain efficient transportation systems 
for the movement of people and goods. These LOS standards cannot always be maintained 
during construction, as some roads may require partial or full closures, or temporary flagging and 
stopping of traffic stops. However, the Central Valley Wye alternatives would incorporate 
temporary signage, advanced detour notification, and provisions for safe pedestrian and bicycle 
passage or detours to maintain traffic flow on major roadways during peak travel periods. 
Additionally, the Central Valley Wye alternatives would require the contractor to work in 
consultation with local jurisdictions and prepare a construction transportation plan (see discussion 
of IAMFs in Section 3.2.4.2, Impact Avoidance and Minimization Features), which would include 
measures to minimize the impact of construction and construction traffic on adjoining and nearby 
roadways. Taken together, these requirements would meet the overall objectives of these local 
and regional policies.  

The Draft Supplemental EIR/EIS evaluated permanent transportation impacts in terms of 
automobile delay and used an LOS-based threshold of significance that characterized certain 
increases in delay to be significant under CEQA. However, 2018 amendments to the CEQA 
Guidelines indicated that by July 1, 2020, measures of automobile delay would no longer be 
acceptable for use in determining a significant environmental effect (CEQA Guidelines § 
15064.3). The 2018 amendments established that VMT is generally the most appropriate 
measure of transportation impacts. Therefore, this Final Supplemental EIR/EIS adds VMT-based 
analysis of each of the Central Valley Wye alternatives. 

3.2.4 Methods for Evaluating Impacts  

The evaluation of impacts on transportation is a requirement of NEPA and CEQA. The following 
sections summarize the RSAs and the methods used to analyze impacts on transportation 
resources. As summarized in Section 3.2.1, Introduction, four other sections also provide 
additional information related to transportation. 

3.2.4.1 Definition of Resource Study Area  

As defined in Section 3.1, Introduction, RSAs are the geographic boundaries within which the 
environmental investigations specific to each resource topic were conducted. The transportation 
RSA is comprised of multiple, specific transportation-related RSAs. These include major 
roadways, transit, aviation, emergency and property access, and pedestrian and bicycle access. 
The RSAs for impacts on transportation resources include the project footprint for each of the 
Central Valley Wye alternatives. When discussing the transportation RSA in this chapter, the term 
refers to the individual RSA for each alternative unless otherwise indicated.  
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The transportation RSAs also include the extent of roadway networks that may experience 
changes in traffic volumes of more than 50 peak-hour vehicular trips as well as areas that might 
be indirectly affected as a result of implementation of the selected Central Valley Wye alternative. 
RSA boundaries vary for roadways, transit conditions and aviation, emergency and property 
access, and pedestrian and bicycle access. Table 3.2-2 describes the five RSAs and includes a 
general definition and boundary definition for each RSA within the Central Valley Wye 
alternatives.  

Table 3.2-2 Definition of Resource Study Areas 

Source General Definition RSA Boundary Definition 

Major Roadways 

Construction  Includes major State Routes for regional 
access; Regionally Significant Roadways 
as defined by the Merced County 
Association of Governments, the Madera 
County Transportation Commission, and 
relevant general plans; and Regional Truck 
Routes that could be affected by 
construction of the Central Valley Wye 
alternatives. 

Major roadways within 0.25 mile of the 
project footprint of each alternative (Figure 
3.2-1).  

Transit Conditions 

Construction Includes regional and local bus transit 
service, passenger rail service, and freight 
rail service that could be affected by 
construction of the Central Valley Wye 
alternatives.  

Ground transit facilities within 0.25 mile of 
the project footprint of each alternative 
(Figure 3.2-2).  

Aviation 

Construction  Includes public and private airports and 
airstrips that could be affected by 
construction of the Central Valley Wye 
alternatives. 

Airports within 1 mile of the project 
footprint of each alternative (Figure 3.2-2).  

Emergency Access / Property Access 

Construction Includes emergency vehicle access and 
property access on major roadways that 
could be affected by construction of the 
Central Valley Wye alternatives. Includes 
emergency facilities (e.g., hospitals, fire 
stations, police stations). 

Major and minor roadways, emergency 
facilities, and other properties where road 
closures and detours could affect access 
within 0.25 mile of the project footprint of 
each alternative. 

Pedestrian and Bicycle Access 

Construction  Includes infrastructure for pedestrian and 
bicycle transportation that could be affected 
by construction of the Central Valley Wye 
alternatives 

Pedestrian and bicycle facilities within 500 
feet of the project footprint of each 
alternative.  

Source: Authority, 2017 
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Source: City of Merced, 2015; Madera County, 2014; Merced County, 2013; Stanislaus County, 2016;  OCTOBER 30, 2019 
Fresno County, 2003  

Figure 3.2-1 Regional Road Network 
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Source: Madera County, 2014; City of Chowchilla, 2011; Federal Aviation Administration, 2013;  OCTOBER 30, 2019 
U.S. Department of Transportation, 2013 

Figure 3.2-2 Existing Airports and Rail Networks in the Resource Study Area 
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3.2.4.2 Impact Avoidance and Minimization Features  

As noted in Section 2.2.3.7, Impact Avoidance and Minimization Features, the Central Valley Wye 
alternatives incorporate standard IAMFs to avoid or minimize impacts. The Authority would 
incorporate IAMFs during project design and construction and, as such, the analysis of impacts of 
the Central Valley Wye alternatives in this section factors in all applicable IAMFs. Appendix 2-B, 
California High-Speed Rail: Impact Avoidance and Minimization Features, provides a detailed 
description of IAMFs that are included as part of the design for the Central Valley Wye 
alternatives. IAMFs applicable to transportation resources include: 

¶ TR-IAMF#1, Protection of Public Roadways during Construction 

¶ TR-IAMF#2, Construction Transportation Plan 

¶ TR-IAMF#3, Off-Street Parking for Construction-Related Vehicles 

¶ TR-IAMF#4, Maintenance of Pedestrian Access 

¶ TR-IAMF#5, Maintenance of Bicycle Access 

¶ TR-IAMF#6, Restriction on Construction Hours 

¶ TR-IAMF#7, Construction Truck Routes 

¶ TR-IAMF#8, Construction during Special Events 

¶ TR-IAMF#9, Protection of Freight and Passenger Rail during Construction 

¶ TR-IAMF#10, Maintenance of Transit Access 

3.2.4.3 Method s for NEPA and CEQA Impact Analysis  

This section describes the sources and methods the Authority used to analyze potential impacts from 
implementing the Central Valley Wye alternatives on transportation resources. These methods apply 
to both NEPA and CEQA unless otherwise indicated. Refer to Section 3.1.5.4, Methods for Evaluating 
Impacts, for a description of the general framework for evaluating impacts under NEPA and CEQA. As 
described in Section 3.2.1 and in the following discussions, the Authority applied the same methods 
and many of the same data sources from the Merced to Fresno Final EIR/EIS to this Final 
Supplemental EIR/EIS. Refer to the Transportation Technical Report (Authority and FRA 2016) for 
more information regarding the methods and data sources used in this analysis. Laws, regulations, 
and orders (see Section 3.2.2) that regulate transportation resources were also considered in the 
evaluation of impacts on transportation resources.  

The Draft Supplemental EIR/EIS evaluated permanent transportation impacts in terms of 
automobile delay and used an LOS-based threshold of significance that characterized certain 
increases in delay to be significant under CEQA. However, 2018 amendments to the CEQA 
Guidelines indicated that by July 1, 2020, measures of automobile delay would no longer be 
acceptable for use in determining a significant environmental effect (CEQA Guidelines § 
15064.3). The 2018 amendments established that VMT is generally the most appropriate 
measure of transportation impacts. Therefore, this Final Supplemental EIR/EIS adds VMT-based 
analysis of each of the Central Valley Wye alternatives.  

The transportation impact analysis considered both direct and indirect impacts on transportation 
resources, including:  

¶ Direct impacts of implementing the Central Valley Wye alternatives on transportation 
resources, including temporary road closures and modifications, permanent road closures 
and modifications, and the resulting impacts on roadway levels of service. 

¶ Indirect impacts of implementing the Central Valley Wye alternatives on transportation 
resources, including impacts such as emergency access, property access, trip generation, 
transit services, or non-motorized modes of travel on the regional transportation system. 

The analysis of impacts on transportation resources is based on the data sources described in 
the Merced to Fresno Final EIR/EIS Section 3.2.4, Methods for Evaluating Impacts (Authority and 
FRA 2012). In addition to the data sources described in the Merced to Fresno Final EIR/EIS, 
analysts used updated information from other sources to evaluate potential impacts on 



  Section 3.2 Transportation 

 

California High-Speed Rail Authority August 2020 

Merced to Fresno Section: Central Valley Wye Final Supplemental EIR/EIS  Page |  3.2-13 

transportation in this Final Supplemental EIR/EIS. The additional sources include the 
Transportation Technical Report (Authority and FRA 2016). 

Because the Central Valley Wye alternatives do not include stations, no impact analysis was 
required to evaluate the impacts of station operations on transportation resources.  

Baseline for Transportation Impact Analyses 

CEQA requires that an EIR include a description of the existing physical environmental conditions 
near the project. These existing conditions, in turn, ñwill normally constitute the baseline physical 
conditions by which a lead agency determines whether an impact is significantò (CEQA 
Guidelines § 15125[a]). This project baseline differs from the No Project Alternative in that the No 
Project Alternative describes future conditions in the absence of the Central Valley Wye 
alternatives, whereas the project baseline describes existing conditions prior to implementation of 
the Central Valley Wye alternatives. For this project, the baseline for assessing potential 
transportation impacts is the traffic conditions that existed in the project area in 2015 and 2016.  

Traffic Analysis Sources 

Analysts evaluated potential impacts on transportation resources using documents available from 
the California Department of Finance, the Authorityôs 2016 Business Plan (Authority 2016a), the 
Growth Inducement Study (Cambridge Systematics 2015), and the Madera County Travel Demand 
Model. Because of the absence of traffic-generating uses (i.e., stations) associated with 
implementing the Central Valley Wye alternatives, no new traffic modeling was conducted as part 
of the analysis. Instead, all roadway traffic volumes were counted in 2012 and 2013, and were 
then extrapolated to 2015 and 2040 forecasts using a worst-case scenario for an annual traffic 
increase of 2.5 percent. This 2.5 percent figure is the result of the California Department of 
Financeôs assessment that the population in Merced and Madera Counties is expected to grow at 
an average of 2.5 percent per year between 2010 to 2040 (CDOF 2013). Throughout the design 
of the Central Valley Wye alternatives, the Authority has coordinated with local jurisdictions, 
including Chowchilla Public Works, regarding potential impacts on their facilities. The Authority 
will continue this coordination through future phases. 

Appendix B, Madera Traffic Model Statistics, of the Transportation Technical Report (Authority and 
FRA 2016) presents traffic volume and traffic growth rate increases in the transportation RSA from 
2010 to 2020, 2010 to 2035, and 2010 to 2040. This information is organized by facility type available 
in the Madera County Traffic Demand model. According to the Madera Traffic Demand Model, traffic 
on all roadways in the region is anticipated to grow at or below 1 percent annually. According to the 
California Department of Finance, the population in Merced and Madera Counties is expected to grow 
an average of 2.5 percent per year between 2010 and 2040. The traffic volume data presented in the 
Madera Model Statistics is in VMT format, which presents an overview of a geographic region during a 
certain periodðtypically 1 year. As stated previously, analysts used the conservative (in the sense 
of less likely to underestimate traffic impacts) California Department of Finance estimate of 2.5 
percent annual growth rather than the Madera Traffic Demand Model estimate of 1 percent 
annual growth for estimating traffic volumes in the transportation RSA. 

Roadway Analysis for Operations Impacts 

Because the Central Valley Wye alternatives do not include stations or other traffic-generating 
sources such as maintenance facilities, operations of the Central Valley Wye alternatives are not 
anticipated to generate any additional traffic beyond what would exist in the roadway system 
because of build-out under the county and city general plans. A simplified traffic analysis was 
performed that was suitable for the low traffic volumes on roads in the transportation RSA, rather 
than the more elaborate methodologies used in urban settings. 

Road Closures and Modifications Route Analysis for Construction Impacts 

Route analysis is used to determine how road closures and modifications would affect the routes 
selected by motorists to travel from their origins to their destinations. To evaluate the effect of 
roadway modifications (closures and grade separations) on traffic volumes and diversion, 
analysts reviewed the proposed roadway modifications that would result from each of the Central 



Section 3.2 Transportation  

 

August 2020 California High-Speed Rail Authority 

Page | 3.2-14 Merced to Fresno Section: Central Valley Wye Final Supplemental EIR/EIS 

Valley Wye alternatives to determine possible traffic rerouting. Traffic volumes on many of the 
roadways in the surrounding street network were collected in 2012, 2013, and 2016. Depending 
on the Central Valley Wye alternative, 11 representative roadway segments that would serve as 
the shortest alternative routes for the rerouted traffic were selected for traffic analysis. Hourly 
traffic counts at these locations were collected. Additional detail regarding the analysis is provided 
in the Transportation Technical Report (Authority and FRA 2016).  

Because of existing low traffic volumes in the local roadway network in the transportation RSA 
(i.e., in 2012 and 2013 and escalated to 2015, most roadways had average daily traffic volumes 
of less than 500 vehicles, with many having average daily traffic volumes of fewer than 50 
vehicles), intersection analyses were not conducted; almost all of the existing intersections in the 
area operate at LOS A or B because of these low traffic volumes (this is discussed in detail in 
Section 3.2.5.4, Roadway Segments). Because no stations are proposed along the Central Valley 
Wye alternatives, no vehicle trips would be added as a result of the Central Valley Wye 
alternatives for the future traffic scenario. Thus, the LOS is not expected to change substantially.  

The transportation impact analysis reviewed both temporary and permanent proposed roadway 
closures and modifications (including grade separations) that would be caused by the Central 
Valley Wye alternatives in detail to determine possible traffic rerouting. Proposed road closures 
and modifications can be found in Appendix 3.2-A. Both temporary and permanent routes likely to 
be used by diverted traffic during and after construction were also reviewed. These routes were 
chosen by identifying the most direct route for traffic and based on current design. 

Road Closures and Modifications Traffic Analysis 

According to a statewide travel demand model projection conducted by Cambridge Systematics, 
the three-county region is projected to increase from 35 million to almost 50 million VMT per year 
in 2035 (Cambridge Systematics 2007). This establishes the background for the assessment of 
the transportation infrastructure. As discussed in the Merced to Fresno Final EIR/EIS (Authority 
and FRA 2012), VMT between 2010 and 2035 is projected to increase 80 percent, 90 percent, 
and 20 percent in Merced, Madera, and Fresno Counties, respectively. 

The Central Valley Wye alternatives, as part of the Merced to Fresno section and larger HSR 
system, would decrease VMT from other modes of travel (passenger cars, buses, diesel trains, 
and aircraft) when it begins operations because it is anticipated that people would shift from using 
those modes of travel to using the HSR.  

Some vehicles may need to travel additional distances to cross the HSR tracks on new roadway 
overpasses. On average, roadway overpasses would be provided approximately every 2 miles 
along the tracks. It is estimated that the four Central Valley Wye alternatives would result in no 
more than 1 mile of out-of-direction travel for vehicles to cross the HSR tracks. Diverting trips to 
HSR would reduce the overall number of vehicle trips on the regional roadway system, improve 
future levels of service, and reduce overall VMT. 

The traffic analysis evaluates the efficiency of traffic operations at selected intersections or on 
selected road segments. Traffic volumes on many of the roadways in the surrounding street 
network were collected in 2012, 2013, and 2016 for analysis. Hourly counts were also collected 
for 11 representative roadway segments that would likely serve as new routes for temporarily or 
permanently rerouted traffic. Data collected from these 11 roadways were then used to perform a 
traffic roadway analysis, based on roadway volumes and their relationship to roadway 
function/congestion. Baseline traffic volumes on the 11 representative roadway segments were 
then compared to projected traffic volumes associated with road closures and traffic diversion 
resulting from implementing the Central Valley Wye alternatives. 

Permanent Highway Interchange Modifications 

Some highway interchanges are proposed to be modified as part of the Central Valley Wye 
alternatives. While this analysis is informed by preliminary design, final design of these 
interchanges would occur at a later stage in the design process. Throughout the design of the 
Central Valley Wye alternatives, the Authority has coordinated and will continue to coordinate 
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with Caltrans and local jurisdictions regarding potential impacts on their facilities. (See California 
High-Speed Rail Project, Merced to Fresno Section: Wye Alternatives Roadway Design SR 152 
Intersection Control Evaluation (Parsons 2013). 

Traffic Operational Standards 

The efficiency of traffic operations at a specific location is measured in terms of LOS. LOS is the 
primary unit of measure for the operating quality of a highway, roadway, or intersection.  

LOS measures the efficiency of traffic operations at a traffic facility.  

¶ At intersections, LOS is determined based on the delay experienced per vehicle. The LOS 
methods for assessing signalized intersections evaluate the effects of signal type, timing, 
phasing, and progression on average delay. 

¶ At roadway segments, the LOS indicators are based on the following factors: (1) the volume 
of traffic for designated sections of roadway (segment) during a typical day and (2) the 
practical vehicular capacity of that segment. These two measures are used to determine the 
volume-to-capacity (V/C) ratio for that segment. The V/C ratio is then converted to an alpha 
descriptor identifying operating conditions and expressed as LOS (LOS A through LOS F). 

The Highway Capacity Manual (Transportation Research Board 2010) is a widely referenced 
source, providing techniques to measure transportation facility performance. Using procedures 
from the manual, the quality of traffic operations is graded using one of six LOS designations: A, 
B, C, D, E, or F. A designation of LOS A represents excellent (free-flow) conditions, while a 
designation of LOS F represents oversaturated (congested) conditions. 

LOS, as described previously, was used to analyze impacts on roadway segments. The Florida 
Department of Transportation 2013 Quality/Level of Service Handbook (FDOT 2013) was used to 
determine the vehicular capacity of roadways for the 2030 Merced County General Plan Background 
Report (Mintier Harnish 2013). These planning-level guidelines are quoted extensively in 
transportation planning and traffic engineering sectors and are shown in Table 3.2-3. 
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Table 3.2-3 Level of Service Thresholds (LOS) 

Area Facility Interchanges Intersections Flow Lanes Median 

Level of Service 

Qty A B C D E 

Urban Freeway <2 miles apart N/A N/A 4 N/A 22,000 36,000 52,000 67,200 76,500 1 

Urban Expressway N/A N/A N/A 4 Divided ** ** 21,400 31,100 32,900 1 

Urban Highway N/A N/A Uninterrupted 2 Undivided 2,000 7,000 13,800 19,600 27,000 1 

Urban Highway N/A <2/mile  2 Undivided ** 4,200 13,800 16,400 16,900 1 

Urban Highway N/A <4.5/mile  2 Undivided ** 1,900 11,200 15,400 16,300 1 

Urban Collector N/A N/A N/A 2 Undivided ** ** 4,800 10,000 12,600 1 

Urban Highway N/A <4.5/mile N/A 4 Undivided ** 3,500 23,200 29,100 30,600 1 

Urban Arterial N/A N/A N/A 4 Undivided ** ** 15,600 27,800 29,400 1 

Urban Highway N/A <2/mile N/A 4 Undivided 3,500 20,900 24,600 25,700 ** 1 

Urban Collector N/A N/A N/A 4 Undivided ** ** 9,800 19,200 22,800 1 

Urban Highway N/A <2/mile N/A 2 Undivided ** 4,000 13,100 15,500 16,300 1 

Urban Arterial N/A N/A N/A 2 Undivided ** ** 7,000 13,600 14,600 2 

Transitioning/Urban Freeway N/A N/A N/A 4 N/A 23,500 38,700 52,500 62,200 69,100 5 

Transitioning/Urban Collector N/A N/A N/A 2 Undivided ** ** 4,400 9,400 12,000 31 

Rural Freeway N/A N/A N/A 6 N/A 33,100 54,300 73,900 87,400 97,200 1 

Rural Freeway N/A N/A N/A 4 N/A 21,300 35,300 47,900 56,600 63,000 4 

Rural Non-Fwy N/A N/A Uninterrupted 4 Divided 17,500 28,600 40,800 52,400 58,300 4 

Rural Non-Fwy N/A N/A Isolated Stops 4 N/A ** 2,900 17,400 23,000 25,200 2 

Rural Non-Fwy N/A N/A Uninterrupted 2 Undivided 2,600 5,300 8,600 13,800 22,300 70 

Rural Non-Fwy N/A N/A Isolated Stops 2 Undivided ** 1,900 8,000 10,700 12,100 30 
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Area Facility Interchanges Intersections Flow Lanes Median 

Level of Service 

Qty A B C D E 

Suburban Non-Fwy N/A N/A Interrupted 4 Divided ** 5,300 25,500 29,400 31,200 2 

Suburban Highway N/A N/A Uninterrupted 2 Undivided 2,500 7,200 12,700 17,300 23,500 1 

Suburban Arterial N/A N/A Interrupted 2 Undivided ** 2,200 11,000 13,900 14,900 5 

Suburban Collector N/A N/A N/A 2 Undivided ** ** 1,900 7,600 10,100 17 

Source: FDOT, 2013  
N/A = not applicable 
< = less than 
Fwy = freeway 
Qty = quantity 
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LOS A identifies the best operating conditions along a section of roadway and is characterized by 
free-flow traffic, low volumes, and few or no restrictions on maneuverability. LOS F characterizes 
forced traffic flow with high traffic densities, slow travel speeds, and often stop-and-go conditions. 
Table 3.2-4 defines and describes the LOS criteria for the roadway segment analysis. 

Table 3.2-4 Roadway Segment Level of Service Criteria 

Level of 
Service (LOS) 

Volume-to-
Capacity Ratio Definition 

A 0.00ï0.60 Primarily freeȤflow operation. Vehicles are completely unimpeded in their 
ability to maneuver within the traffic stream. Control delay at the boundary 
intersection is minimal. The travel speed exceeds 85% of the base freeȤ
flow speed, and the volumeȤtoȤcapacity ratio is no greater than 1.0. 

B 0.61ï0.70 Reasonably unimpeded operation. The ability to maneuver within the traffic 
stream is only slightly restricted, and control delay at the boundary 
intersection is not significant. The travel speed is between 67% and 85% of 
the base freeȤflow speed, and the volumeȤtoȤcapacity ratio is no greater 
than 1.0. 

C 0.71ï0.80 Stable operation. The ability to maneuver and change lanes at midsegment 
locations may be more restricted than at LOS B. Longer queues at the 
boundary intersection may contribute to lower travel speeds. The travel 
speed is between 50% and 67% of the base freeȤflow speed, and the 

volumeȤto-capacity ratio is no greater than 1.0. 

D 0.81ï0.90 A less stable condition in which small increases in flow may cause 
substantial increases in delay and decreases in travel speed. This 
operation may be due to adverse signal progression, high volume, or 
inappropriate signal timing at the boundary intersection. The travel speed is 
between 40% and 50% of the base freeȤflow speed, and the volumeȤtoȤ
capacity ratio is no greater than 1.0. 

E 0.91ï1.00 Characterized by unstable operation and significant delay. Such operations 
may be due to some combination of adverse progression, high volume, and 
inappropriate signal timing at the boundary intersection. The travel speed is 
between 30% and 40% of the base freeȤflow speed, and the volumeȤto-
capacity ratio is no greater than 1.0. 

F >1.00 Characterized by flow at extremely low speed. Congestion is likely 
occurring at the boundary intersection, as indicated by high delay and 
extensive queuing. The travel speed is 30% or less of the base freeȤflow 
speed or the volumeȤtoȤcapacity ratio is greater than 1.0. 

Source: Transportation Research Board, 2010 
 

3.2.4.4 Determining Significance under CEQA  

CEQA requires that an EIR identify the significant environmental impacts of a project (CEQA 
Guidelines § 15126). One of the primary differences between NEPA and CEQA is that CEQA 
requires a significance determination for each impact using a threshold-based analysis (see Section 
3.1.5.4 for further information). By contrast, under NEPA, the term ñsignificantò is used only to 
determine whether an EIS will be required; NEPA requires that an EIS be prepared when the 
proposed federal action (project) as a whole has the potential to ñsignificantly affect the quality of 
the human environment.ò Accordingly, Section 3.2.9, CEQA Significance Conclusions, summarizes 
the significance of the environmental impacts on transportation resources for each Central Valley 
Wye alternative. The Authority is using the following thresholds to determine if a significant impact 
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on transportation would occur as a result of the Central Valley Wye alternatives. A significant impact 
is one which would result in: 

¶ Inadequate emergency access. 

¶ Substantially increased hazards because of a design feature (such as sharp curves or 
dangerous intersections) or incompatible uses (such as farm equipment). 

¶ Conflicts with adopted policies, plans, or programs regarding public transit, bicycle, or 
pedestrian facilities, or otherwise decrease the performance or safety of such facilities. 

¶ Result in a net increase in VMT over baseline conditions, or otherwise conflict with CEQA 
Guidelines Section 15064.3, subdivision (b). 

For roadway segments, the recommended thresholds of significance are based on an increase in 
volume-to-capacity ratio, as the following: 

¶ Regional VMT from operations of the Merced to Fresno Project Section, including the Central 
Valley Wye, increases regional VMT, and therefore does not align with the statutory goals in 
SB 743 (Office of Planning and Research 2018: page 23). 

¶ An impact should be considered to be significant if the addition of project-related traffic 
results in a reduction in LOS below LOS D. 

¶ For segments that are projected to operate at LOS E or F under the No Project Alternative 
conditions, an impact is considered to be significant if the addition of project-related traffic 
results in an increase of volume-to-capacity ratio by 0.04 or more. 

3.2.5 Affected Environment  

This section describes the affected environment for transportation within the RSA for the Central 
Valley Wye alternatives, including existing major roadways, traffic volumes, truck routes and 
volumes, transit service and facilities, rail service and facilities, and aviation services and 
facilities, pedestrian and bicycle access, and emergency access and property access. It also 
discusses changes to transportation in the San Joaquin Valley since publication of the Merced to 
Fresno Final EIR/EIS in 2012 and updates the information on existing transportation conditions 
with available data to a representative 2015 baseline. This information provides the context for 
the environmental analysis and evaluation of impacts.  

3.2.5.1 State Routes  

Regional access in the transportation RSA is provided by SR 59, SR 99, SR 132, SR 140, SR 
152, and SR 233. Traffic volumes on the state routes are collected and compiled by Caltrans, and 
presented as annual average daily traffic (AADT). AADT is the 24-hour traffic volume at a given 
location averaged over a 365-day year (the total year volume is often reported as VMT and is 
used in various transportation planning and traffic engineering methodologies). These roadways 
are shown on Figure 3.2-1 and described in this section. 

¶ SR 59 is a north-south route beginning at SR 152 at the Merced CountyïMadera County line 
and extending north through Merced and beyond. The AADT ranged between 5,700 and 
11,500 vehicles in the transportation RSA in 2013 (Caltrans 2013a). 

¶ SR 99 is a major north-south highway connecting Central Valley cities, including Merced and 
Fresno, and serves as a major truck route for the transportation of agricultural products. It is 
also a major commuter route and connects recreational sites such as Yosemite National 
Park, the Sierra Nevada forest, Kings Canyon National Park, and Sequoia National Park. SR 
99 is currently a four-lane freeway between SR 152 and the Merced County line. SR 99 is a 
four-lane expressway between Avenue 21 and SR 152. On SR 99 in 2013, AADT was about 
38,000 vehicles near SR 152, and about 37,500 vehicles near SR 233 (Caltrans 2013a). 

¶ SR 132 is one of the major east-west routes of travel from Interstates 5/580 that passes 
through the cities of Modesto and Waterford and the town of La Grange. This route is 
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important to recreational travelers en route to Modesto Reservoir, Turlock Reservoir, Lake 
Don Pedro, and the Sierra Nevada. SR 132 is currently a two-lane regional expressway 
within the transportation RSA. 

¶ SR 140 is a generally east-west roadway originating in El Portal, at the western entrance to 
Yosemite Valley. It crosses SR 99, transects the city of Merced, and terminates at I-5 just 
west of Gustine. AADT on this route in 2014 was 850 vehicles at its junction with I-5, 14,700 
at its junction with SR 99, and 1,400 vehicles at the entrance to Yosemite (Caltrans 2014a). 

¶ SR 152 is generally an east-west roadway and operates as a four-lane divided expressway 
within the transportation RSA. Based on Caltrans 2016 data, the AADT was approximately 
17,000 in the transportation RSA (Caltrans 2016). SR 152 is a designated truck route 
throughout the transportation RSA (Caltrans 2013a). 

¶ SR 233 is generally a northeast-southwest arterial extending between SR 99 and SR 152 
near Chowchilla in Madera County. SR 233 is also known as Robertson Boulevard. It is 
owned and maintained by Madera County. SR 233 is a two- to four-lane facility with no high-
occupancy vehicle lanes. The AADT ranged from 3,300 to 12,600 (Caltrans 2013a). 

3.2.5.2 Regionally Significant Roadw ays 

Merced County Association of Governments and the MCTC have developed a Regionally 
Significant Road System based on the Federal Highway Administrationôs functional classification 
system of streets and highways. City and county general plans also designate important regional 
roadways. The region contains state routes as well as other important regional roadways that 
serve as connections to population centers outside of the transportation RSA. Regionally 
important roads within the transportation RSA are presented on Figure 3.2-1. 

3.2.5.3 Regional Truck Routes  

The Federal Surface Transportation Assistance Act of 1982 defined a system to describe truck 
routes. The truck routes within the transportation RSA include both national network and terminal 
access routes, as follows:  

¶ National Network (Federal)ðNational network truck routes are federal highways. SR 99 is 
the only national network truck route within the transportation RSA.  

¶ Terminal Access (State, Local)ðTerminal access routes are portions of state routes or 
local roads that can accommodate trucks. Within the transportation RSA, the only terminal 
access routes are SR 59, SR 140, SR 152, and SR 233. 

Figure 3.2-3 presents the total vehicular and truck volumes on designated truck routes in the 
transportation RSA, expressed as a percentage of the total AADT volumes. The total truck 
volume includes the number of trucks with two or more axles. The most recent truck volumes 
available from Caltrans were from 2014. 
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Source: Authority and FRA, 2016; Caltrans, 2013a, 2015  JUNE 14, 2017 

Figure 3.2-3 Existing Vehicular and Truck Volumes in the Resource Study Area 


